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JACK BOYER RECEIVES
BOARD OF DIRECTORS AWARD

HISTORICAL SOCIETY
PRESENTS AWARDS
The Historical Society of New Mexico presented awards during the banquet at
its recent Annual Conference held at the Sagebrush Inn in Taos.
The awards recognize individuals and organizations for their contributions in
the fields of history and historic preservation.
1984 PAUL A.F. WALTER AWARD
TO
SAMUEL B. BUCHANAN
FOR
his many years of service to the
Taos County Historical Society.

Jack K. Boyer receives the 1984 Board of Directors Award at the annual Conference Banquet of the
Historical Society of New Mexico held in Taos last April. John P. Conran, President of the Society,
presents the specially comm issioned sculpture, "Mountain Man" to Jack. Curtis Fort is the sculptor for
the bronze casting. (Don Laine, Photographer)

Jaek Boyer:
The Man Behind the
liit Carson
Foundation
by Don Laine
Sometime between 1850 and 1855
Wilfred Barton Witt left his family in
Arkansas and headed west. He eventually arrived in "northern New Mexico
and set up one of the area's first sawmills, providing lumber for the growing
community of Taos. He was a Mason, a
"lodge brother of the famous western
scout Kit Carson, but Witt could never
have known that 100 years later his
great-grandson, Jack K. Boyer, would
direct the Kit Carson Memorial Foundation of Taos, almost single-handedly
creating three major historical museums
including one in Kit Carson's home.
The Kit Carson Memorial Foundation was begun in 1950 to maintain Kit
Carson's home as a memorial to him
and because of growing interest in the
history of the West. Jack Boyer, who
jokes that he remains on temporary duty with the foundation, said the local
Masonic Lodge purchased the home in
1909 to perpetuate the memory of its
most famous member, but two world
wars delayed its plans to open the house
to the public. Over the years the
building was used for various purposes,
including a leather shop , until about
1950, when saddlemaker Floyd Morrow complained that tourists wanting to
see Carson's home were keeping him
from his work.
Boyer volunteered to oversee the task
of turning the old building into a
museum, and thus began the Kit Carson
Memorial Foundation.
He said he volunteered for the nonpaying job because he was not doing
much anyway. He had recently been
retired from the army on full disability
and had come home to recuperate as
much as possible from effects of the Bataan Death March and three and one
half years in Japanese prisoner of war
camps.
Boyer and his father operated Boyer
Grocery in Taos from 1931 until 1941.

During that time Jack had enlisted in the
National Guard to provide the family
with extra money.
"I was in the guard about a year as a
cavalryman and taking courses in antiaircraft artillery. _After we took all the
exams 1 was promoted from buck private to second lieutenant in the New
Mexico N ation al Guard, 200th Co ast
Artillery .. 1 wa s a member of that when
our unit was called to federal service;
we left on January sixth, 1941, and
went to Fort Bliss for our training. From
there we went overseas to the Philippines, so we were there when Pearl Harbor happened."
Boyer said that American servicemen
knew the Japanese were planning something but were told they could not do
an ything about it until the Japanese
made the first strike. Boyer commented,
"When they made that first overt act,
they clobbered us." He said it was obvious by Chri stm as, 1941 , that the
Philippines could not hold out, and
promi sed help was not arriving. When
American forces on the Philippines were
forced to surrender, Boyer was among
those on the infamous 85 mile Bataan
Death March, in which an estimated
10,000 of the 75,000 prison ers died
from starvation , disease, or torture.
He called the death march a tragedy ,
but added , "Our unit didn 't lose as
many men as some of the other unit s
because of the feeling of comradeship 'this is my buddy,' they'd say of someone who fell by the roadside, 'I'm going
to get him there if 1 have to car ry him. '
Th at's what they did in some instances. "
Boyer said ther e was a special rapport
among the N ational Guardsmen not
evident in the regular army , and that
humor helped them survive.
"One thing we did that completel y
puzzled the Japanese - we kept our
sense of humor. 1 believe that was one
major factor that helped us stay alive
and brought us home again."
Boyer spent three and a half years in
POW camp s in Japan without proper
food , clothing, or medical attention. By
the time the Japanese surrendered and
the prison ers were rescued , he weighed
(Continued on page 7, col. 2) L7

1984 EDGAR LEE HEWETT
AWARD
TO
PAMELA SMITH
History Bureau,
Museum of New Mexico
FOR
her personal efforts in creating the
annual Book Arts Festival at the
Palace of the Governors in Santa Fe,
New Mexico.
1984 DOROTHY WOODWARD
AWARD
TO
RICHARD N. ELLIS
Professor of History,
University of New Mexico
FOR
consistent and professional
"encouragement of graduate and
undergraduate students in the field
of Western History.
1984 L. BRADFORD PRINCE
AWARD
TO
MARY JEAN AND EDWARD
COOK
FOR
their efforts in securing the restoration
of the Alexandre Francois DeBain
harmonium and its reinstallation in
the choir loft of the Chapel of Our
Lady of Light in Santa Fe,
New Mexico.

1984 L. BRADFORD PRINCE
AWARD
TO
PUBLIC SERVICE COMPANY
OF NEW MEXICO
FOR
the rehabilitation and recycling of the
Gross Kelly Building in Las Vegas,
New Mexico.
1984 LANSING B. BLOOM AWARD
TO
LOS ALAMOS
HISTORICAL SOCIETY
FOR
its active and continuous publications
program of a quarterly newsletter and
a series of books related to the
history of Los Alamos.
1984 GASPAR PEREZ de VILLAGRA
AWARD
TO
LYNN PERRIGO
Professor Emeritus, History,
Highlands University
FOR
his book, Gateway to Glorieta - a
history of Las Vegas, New Mexico.
1984 FRAY FRANCISCO
ATANASIO DOMINGUEZ AWARD
TO
BETSY SWANSON
FOR
the excellence of her survey and
research entitled: Study of the
Watrous National Landmark for the
National Park Service and the New
Mexico State Historic Preservation
Office.
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Los Alamos
Historical Museum
August Event

Aztec Museum
Association
Wants to Know

Friday, August 24: Sharon and Byron
Johnson of Albuquerque will discuss
their new book, Gilded Palaces of
Shame, and address the subject of prostitution in the Old West. 7:30 p.m.
-Fuller Lodge.
0

We have a cemetery stone at the
Museum with the following inscription:
"Our Beloved Father, John McLaughlin, Born May 6, 1840; Died Feb. 25 ,
1902. Gone but not forgotten."
If you know this person, or where the
stone belongs , please let us know. 0

•••

NEW MEXICO AND
ITS RAILROADS
- A special issue of La Cronica This issue of La Cr6nica de Nuevo Mexico has been prepared with the assistance of
the Historical Society of New Mexico's hardworking Railroad Committee under
the chairmanship of William Lock. Your Editor wishes to express his appreciation
for their efforts and to extend a special thank-you to Vernon J. Glover. Please turn
to page 2.
fPC

NEW MEXICO
AND ITS RAILROADS
In the 1850's the arrival of the
railroad surveyors in New Mexico
presaged an event comparable to the
first appearance of the conquistadors
centuries earlier. Glittering brass transits and one-hundred foot steel "chain"
in the hands of dtermined men were instruments of empire as surely as the
muskets and lances of earlier invaders.
Great change was about to occur, and
no one knew where it would end.
As the tracks crept ever nearer to the
New Mexico border throughout the
1860's and 1870's, the conflicts among
entrepreneurs and builders grew more
influential in the affairs of New Mexico.
The upright Boston capitalists, who
backed the Atchison, Topeka, and Santa Fe RR, and the ruthless "Big Four" of
California with their Southern Pacific
Company fought the battle in the T erritorial Legislature through agents, partisans, and subterfuges. Their goals
were to secure rights-of-way across the
empty land and to prevent their competition from entering the area. Votes and
influence were openly peddled, and the
ramifications of moves and countermoves were felt all the way from San
Francisco to Boston.
A third party vitally concerned with
the New Mexico Territory was William
Jackson Palmer of the narrow-gauge
Denver & Rio Grande road. Poorly financed, he was pushing south from
Colorado toward Old Mexico, trying to
enter a territory claimed by two other
companies.
The slowly developing storm broke
over New Mexico during the first
months of 1878 when the Southern
Pacific interests attempted to use the
Territorial Legislature to exclude other
railroads from the territory. Both the
AT&SF and the D&RG responded
through their own partisans in Santa Fe;
and not to be caught short again, both
companies began planning a rapid campaign of railroad construction into New
Mexico. Construction crews met head
on in a nighttime confrontation at
Raton Pass in early February, 1878.
The AT&SF won the ground, and the
future path of the D&RG was to be
forever turned west. A second confrontation took place soon thereafter in the
Royal Gorge of the Arkansas River
when the two roads fought for possession of the best route to the booming
mining camp of Leadville. After years of
fighting, both in the courts and on the
ground, .the D&RG won. By so doing,
the narrow gauge road secured much of
the traffic generated by Colorado's mining industry for itself.
Beginning in early 1878, the AT&SF
rapidly built its way through New Mex-
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ico and Arizona and westward to challenge Southern Pacific interests on their
own California turf. The freighting
trade of the old Santa Fe Trail had
ceased to be of significance, although it
had been the original justification for
the creation of the AT &SF. Now the
road needed to build through, develop
supplies of timber and coal for its construction and operation, and, if possible, create some revenue paying traffic
to help finance it all.
The effect on New Mexico was
dramatic. By the time the AT&SF and
the SP met at Deming in early 1881 to
form the second transcontinental rail
route, profound changes had become
evident in New Mexico. Whole strings
of new towns had been created, of
which many were to grow and quickly
become new centers of activity and
commerce. During the next few years,
industry expanded at an almost incomprehensible pace, especially when compared to the slow, lilting growth patterns of prior years. Hundreds of carloads of coal were shipped each week
from New Mexico mines. The number
of cattle in the territory increased from
347,000 in 1880 to 1,630,000 by 1890.
The number of banks grew from only
two before the railroad to over fifty
after the railroad, signalling the end of
the mercantile capitalism of Santa Fe
Trail days. Old ways faded, and New
Mexico truly became a part of the
United States.
The railroads continued to grow and
to extend their line across New Mexico.
Between 1880 and 1884, the Atlantic &
Pacific pushed west from Isleta to California, placing an AT &SF route in the
heart of SP territory. Related lines came
north from Guaymas on the Gulf of
California and inland from San Diego.
And the Mexican Central extended
deep into Old Mexico as well. These
many connections stregthened the main
line of the AT &SF in New Mexico .
Across the northern mountains, the
narrow gauge Denver & Rio Grande
moved west, reaching Durango, Colorado in 1881. The D&RG also completed a hesitant sort of narrow gauge
branch down the Rio Grande Valley to
Espanola during the last days of 1880.
Within a few years the gap between
Espanola and Santa Fe was crossed by
the tracks of a locally promoted narrow
gauge line which ambitiously called
itself the Texas, Santa Fe & Northern.
During the 1890's rails crept up the
Pecos Valley and north from EI Paso
toward the Tularosa Basin. But it was
well into the new century before the
lines were completed to meet their
northern connections. Ultimately, the
road up the Pecos connected with the
AT&SF lines extending eastward into
Texas and Oklahoma. The line north
from EI Paso, called the El Paso &
Northeastern, tapped lumbering sites in
the Sacramento Mountains, the shortlived coal mines at Capitan, and,
finally, the coal mines at Dawson. It
also connected with the Rock Island
line, which was utilized between Santa
Rosa and Tucumcari to form the Golden State route from Kansas City.
All this time the copper kings of
Bisbee, Arizona had been pushing their
local mining railroads to make several
competitive main line connections. By
1902 they had reached £1 Paso despite
strong opposition by the Southern Pacific. In 1905 the copper interests purchased the EI Paso & Northeastern,
thereby estending their control all the
way to Dawson. This EI Paso & Southwestern, as it came to be known, was
New Mexico's ultimate industrial railroad system, connecting together cop-

per, coal, and lumber resources. There
were, in addition, plenty of friendly
connecting railroads, assuring fair rates
and equitable service. By 1924, however, the £P&SW became part of the
Southern Pacific system.
The final main line to be completed in
New Mexico was the Belen Cutoff of
the AT &SF, which opened for business
in 1908. Extending from Rio Puerco
(west of Belen) to Amarillo, Texas, this
route allowed heavy freight trains to bypass the steep inclines over Raton and
Glorieta passes. New Mexico's rail
network was then complete.
The railroad's transport monopoly
didn't last long. Within a few years
motor vehicles established their efficacy
in the sparsely populated country.
Paved roads and efficient motor trucks
followed close behind. But, nonetheless,
in just a few short. years, the railroads
had changed the face of New Mexico. D

•••
SANTA FE
AND THE SANTA FE
RAILROAD
The tale that the Atchison, Topeka
& Santa Fe Rail Road somehow never
reached its namesake city of Santa Fe
has become one of New Mexico's most
durable legends. In spite of the persistence of the story, the facts in the
matter are quite to the contrary. In fact,
the railroad extended its tracks to the
Ancient City at the earliest possible opportunity, the first train arriving there

10, 1880. Track laying commenced
during the week of January 12, 1880,
and was finished by the first week of
February.
At first, trains all the way from Kansas City ran directly to Santa Fe. They
carried mail, and the reclining seat chair
offered a kind of luxury not previously
known to travelers in the Territory. As
the A.T.&S.F. extended its line into
Albuquerque, Socorro, and San Marcial, stub trains began to meet
passengers at Galisteo Junction, the
name by which Lamy was known for a
time. On May 3, 1880, the first Pullman sleeping cars arrived in Santa Fe.
They were to run every day thereafter,
one car on each daily train. The train
from Kansas City arrived every evening
at 7:30 P.M., leaving at 8:30 A.M. the
next morning.
It was not until October 5, 1880, that
the schedules of passenger trains assumed the pattern they would retain for
decades thereafter. On that day the
through Pullman trains stopped running to Santa Fe, going instead to Albuquerque and then on to San Marcial. A
single passenger train operated on the
Santa Fe branch, shuttling back and
forth between Lamy and the capital.
This was quite a blow to the local
boosters; but, at least, they had as good
a connection to the east as before.
Train service on the Santa Fe branch
settled down to a routine at this point.
The local passenger train - usually
consisting of a locomotive, a baggage
and mail car, a smoker, and a coach made its home in Santa Fe. Every morn-

AMTRAK Train #3, Southwest Limited on AT&SF RR line near Shoemaker, NM, 1982. Joseph P.
Hereford, Jr., photographer.

on February 9, 1880, and regular service of one class or another continuing
from that date to the present.
Construction of the railroad to Santa
Fe was not a sure thing. By the time the
A.T.&S.F. had entered New Mexico
and extended its tracks down the east
side of the Rockies toward Las Vegas , it
was clear that the primary goals of the
company were to build onward to California and to develop some local traffic
as rapidly as possible. Surveys revealed
that a route through Santa Fe would require large amounts of expensive excavation, briding, and tunneling. This expense could not be justified by the small
amount of business generated by this
still primitive capital. So it was, as the
railroad crept closer to Santa Fe, that
the management put it directly to the
town fathers. If they wanted a railroad
in Santa Fe, they would have to pay for
it.
Given the choice of building their
own railroad or paying the A.T. &S.F.
to build a line for them, the citizens of
Santa Fe County chose the latter alternative. County bonds were issued to
pay for the railroad following a brief,
but energetic, campaign in the summer
of 1879. The issuance of $150,000 of
county bonds was approved overwhelmingly by the electorate on October 4 , 1879. The railroad was then a
certainty; and construction began in
November, the grading of the entire
18.1 miles being completed by January

ing it started out for Lamy. During the
day it made three or four round trips,
finishing up late at night with one final
pull up the grade to Santa Fe. Connections could be made with most of the
main line passenger runs stopping at
Lamy.
The operation of the Santa Fe local
did not please all of its passengers.
Often an important personage would be
left stranded on the platform in Lamy
because the local crew had headed for
home too early in the evening. After an
incident such as this, questions were
asked in critical tones, and formal complaints to the authorities soon followed
if the offended party carried sufficient
political clout. The railraod responded
in 1910 by opening the charming adobe
hostelry El Ortiz at Lamy. Its eight
guest rooms and nine seats in the dining
room were obviously not calculated to
accommodate passengers for longer
than an overnight layover.
By 1923 the multiple daily passenger
runs had declined to five daily round
trips of mixed passenger and freight
trains. Of course, by this time anyone of
stature was driving his own Ford back
and forth to the station. The automobile triumphed completely when on October 1, 1926, all but one of the
passenger trains were discontinued in
favor of the Harveycar buses popularized by Indian Detour Services.
Quietly, almost secretively, the
railroad continued to offer passenger

accommodations on the single daily
round trip, now starting at Lamy in the
morning and returning at midday. At
first this daily freight carried a baggagepassenger combination car, but in later
years the few passengers were consigned
to a caboose. This service continued
from 1926 until the summer of 1961,
and it continued to be one of the least
known passenger schedules on the entire Santa Fe Railway system. By the
time your author rode in the caboose in
early 1961, the conductor had forgotten
where he had stored his ticket punch so
the formality of ticket punching was
dispensed with. Indeed, other members
of the crew were hard pressed to
remember the last revenue producing
passenger to ride in the caboose. On this
trip the paying passengers rode in the
cupola, the conductor did his paperwork, and the brakeman enjoyed the
fresh air from the platform.
Even the amenities of a freight caboose were denied passengers after
September 1, 1961, when the train
became a simple freight-only run. Since
then the Santa Fe local has become a
maid-of-ali-work local freight train
dispatched out of Albuquerque on
Mondays, Wednesdays, and Fridays. It
performs local work - picking up and
setting out freight cars - at Bernalillo,
Domingo, and Lamy - before climbing
up the branch to Santa Fe where more
switching is performed in the afternoon.
The train ties up for the night, returning
to Albuquerque the next day.
The trains have changed, the railroad
business has changed, and New Mexico
has certainly changed since trains began
running to Santa Fe. But the quietly
dependable service of the A.T. &S.F.
has continued in the ancient city of Santa Fe.
0
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Preservation and
New Meneo's
Historie Railroad
Depots
by Kathleen Brooker
Deputy State Historic
Preservation Officer
Much of the West was opened by the
coming of the railroads, and they subsequently dominated the economic development of New Mexico. Today the railroads continue to playa significant role
as one of the most powerful nongovernmental organizations in the
Southwest.
The railroads were responsible for the
founding and configuration of many
New Mexico communities. Railroad
choices for establishing depots and
associated development determined the
very existence of those communities and
the scale of their successes. Accordingly,
the decisions being made today are likely to have similar repercussions for the
growing number of communities which
face station closures.
With diminished passenger service
and fewer stations handling freight, the
future of railroad buildings is questionable. This is true across the country, but
it is a special problem along the Santa Fe
system because the Santa Fe has a company-wide policy of demolishing or selling for removal all unused or under-utilized buildings. However, some precedents have been established for the preservation of a few railroad properties.
The Los Lunas depot was placed on the
State Register of Cultural Properties in
1978 and entered in the National Register of Historic places in 1979. The
frame structure, now owned by the
Greater Los Lunas Business Association, was moved from its original trackside location. The Magdalena depot,
also registered, serves as a community
library. The Clayton depot, designated

AT&SF Train #3311 westbound at Mountainair, N.M., ca. 1918-1919. Herman Maxwell Collection.

for closing by the Burlington Northern,
has been discussed as a possible arts
center for the community. The former
New Mexico Central/Denver and Rio
Grande union station in Santa Fe now
functions as the popular T omasita's
Restaurant. The Columbus depot, part
of a National Historic Landmark district, was restored by the Columbus
Historical Society. A recent donation by
the AT &SF resulted in the transfer of
the Belen Harvey House to a community group which has recently received an
historical rehabilitation grant through
the Emergency Jobs Bill for the
National Register property. A number
of railroad structures serve as private
residences for rail buffs and as storage
units for ranchers; and, of course, many
railroad depots continue to serve the
pu blic in their highest and best use as
operating stations.
However, the vast majority of railroad structures, including some of the
most architecturally significant, are unrecorded, undesignated, and subject to
swift demolition should their status shift
from utilized to surplus property. Many
of these stations and some associated
structures qualify for listing on the State
Register of Cultural Properties or the
National Register of Historic Places,
and such listing is the basic tool of preservation. In order to determine which
stations should be listed, the Historic
Preservation Division of the State's Office of Cultural Affairs is undertaking
an inventory of all railroad buildings
statewide, starting on the east side;
those buildings found eligible will be
placed on the State Register and, with
the owners' approval, forwarded to the
Keeper of the National Register for listing in the National Register of Historic
Places. An important key is owner support for the nomination: since 1980
owners of privately owned properties
have been given the opportunity to object to National Register listing. Because
the railroads generally oppose registration, most depots can today only be
listed on the State Register of Cultural
Properties or as elements of historic districts.
The National Register is the official
list of the Nation's important cultural
places. Properties of local, State or National significance may be placed on this
register. Significance refers to outstanding architecture and places connected
with important events and people in a
community's or region's history. Eligible places are usually at least 50 years
old and have distinct architectural or
historical value. The National Historic
Preservation Act of 1966 authorized the
Secretary of the Interior to expand and
maintain the National Register to pre-

vent the loss of historic properties
significant to the Nation's heritage,
properties which are being demolished
or substantially altered, often inadvertently, with increasing frequency.
In addition to the National Register,
places may be eligible for the New
Mexico State Register of Cultural Properties. The Cultural Properties Act was
passed by the State Legislature in 1969
to provide further recognition and protection for the State's valuable archaeological, historical, and architectural resources. Listing on either register
does not require the owner to open the
property to the public or to maintain its
historic appearance. If a building is unsympathetically altered, however, ' it
may be removed from the register.
The State's railroad depots should be
considered as valuable historical
resources in addition to their economic
value, for they are often the oldest and
sometimes the most significant structures in many New Mexico towns.
Their continued use could serve not only the community but the railroads as
well.
Where stations are to continue in active use, railroad accountants could
take advantage of the Economic Recovery Tax Act incentives for rehabilitation. The AT &SF headquarters in Chicago was recently restored with these incentives. In situations where stations are
to be closed, railroad officials should be
aware of the economic benefits of a
reduced long-term capital gains tax as
well as the public relations value of a
charitable donation of the property to a
well organized community group. The
ultimate value of the railroad depots,
however, is their traditional and symbolic role as railroad image-makers, a
very tangible asset which would be lost
forever with the demolition of these
buildings.
Proposed closings for stations in Portales, Texico, Artesia, Las Cruces, Rincon, Clayton, and other communities

have been temporarily shelved; but it is
very likely that a number of communities will soon be faced with such
situations. The key to preserving those
buildings which possess architectural integrity and historic merit is a wellorganized response at the local level.
Registration only protects properties
from Federally funded or assisted actions and not from the actions of a
private corporation.
Because local organizations and potential developers often find it difficult
(or impossible) to work through the
maze of railroad bureaucracy in order
to negotiate for the preservation of their
depot, the National Trust for Historic
Preservation, a private non-profit
organization char tered by Congress in
1949, is proposing a national study
which could supplement Federal tax incentives, State preservation office surveys, and local initiatives as well as
assisting railroad planning efforts.
Greater understanding of the preservation process and problems would be
useful for all parties, perhaps especially
the railroads, which have an understandable reluctance to donate their
property, apprehensions about their
liability if the "Depot-Museum/
Restaurant" remains by the tracks, and
concerns about the need to reclaim land
if service expands. The Denver regional
office of the National Trust is considering a special project to deal with some
of these issues and has invited the participation of the New Mexico Historic
Preservation Division. The project
would include:
I. A thorough study of the railroad's
liability for the depot and adjacent line
and obligations created by land grants
including the possibility of renewed service.
II. Information on railroad real estate
management organization - who to
contact and how.
(Continued on page 4, col. 1) r::::T

AT& SF depot, Bernalillo, N. M. Destroyed by fire, 1981. Vernon J. Glover, photographer. (October 14s
1973)
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DEPOTS

(Continued)
III. Example reuse plans for representative stations based on basic architectural surveys of existing depots in the
states studied.
IV. Architectural and engineering
analysis of structural stability of
representative stations with sample cost
analysis.
V. A look at how railroads view their
historical properties and what the railroads expect from local government and
local groups that might want structures.
The results of this study (which
should begin in 1984) combined with
the information gathered by the Division's historic railroad building inventory (See "A Report from the Field" in
this issue) will be of special interest to
those with an appreciation for the
physical and architectural heritage of
the railroads in New Mexico. Anyone
interested in following these projects,
who is concerned about proposed depot
closings in their community, and who
has not already done so may contact the
author of this article at the Historic
Preservation Division, 228 East Palace
Avenue, Santa Fe, New Mexico 87503
for notice of railroad preservation issues
K.B.
as they arise.

-. -

THE TUNNELS AT
GUADALUPE BOX
The ancient Canyon de San Diego
land grant dates back to 1798. Located
in the -'n orthern portion of Sandoval
County, it is a land of sweeping canyons
and mesas on a grand scale. High timberlands and grassy meadows fed by
mountain streams are islands of
greenery surrounded by arid lands.
The estimated 425 million board feet
of marketable Ponderosa pine timber on
the grant (and the adjacent timber tracts
of the Santa Fe National Forest) attracted the attention of lumbermen in
the 1920's. In 1922 the White Pine
Lumber Company was incorporated to
log the timber. It was led by the Porter
family from West Virginia and sparked
by Sidney Weil, a New Mexico booster
and promoter.
Affiliated with the lumber company
was a standard gauge railroad called the
Santa Fe Northwestern. This railroad
was intended to extend from the lumber
company's sawmill in Bernalillo,
through San Ysidro, past Jemez Pueblo ,
and up into the grant itself.
There was one major obstacle to the
construction of the railroad, and that
was the Guadalupe Box. Here the Rio
Guadalupe passed through a series of
tall rock cliffs that constricted the flow
of the river to a narrow chasm, effectively blocking the railroad's passage.
Robert J. Schmalhousen, whom the
railroad builders engaged to engineer a
roadbed through the box, designed a
series of tunnels and timber trestles
which cut through the box high above
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responsible for the construction of a
pavilion, a bandstand, and a rustic
lodge, since replaced by the present
Cloudcroft Lodge. On the original site
in Ute Park still stand the Ute Park Inn,
a hotel, pavilion, and a large livery
stable, all built by the St. Louis, Rocky
Mountain and Pacific Railway and now
in use as facilities for a children's camp.
And only recently, the railroad-constructed "Beanery" and clubhouse in
Carrizozo have been demolished.
From an architectural viewpoint, a
number of railroad structures still maintain their original plan and integrity.
Finding these structures, documenting
them, and nominating them to the State
and National Registers of Historic
Places is of extreme importance for
preserving a part of New Mexico's
heritage that is literally disappearing
daily. Even as the survey was being
undertaken, the Texico and Fort
Sumner depots were found boarded up,
and the Santa Rosa depot was reported
to have been moved off-track by a
private party. Frequently, buildings in
private possession are in such poor condition that they are virtually falling
apart and will soon be irretrievably lost.
The key to the preservation of New
Mexico's railroad depots is their continued use. Recording them is a first
step in identifying the structures eligible
for registration; but ultimately they
must be useful; and that determination
will be made by the railroads, hopefully
with the input of the communities
which the railroads serve.

THE RAILROAD
BUILDING
INVENTORY:
A Report from the Field
by Yvonne Oakes
historical archaeologist
During the summer of 1983, a railroad building inventory was initiated by
the State Historic Preservation Division
and carried out by Yvonne Oakes of the
Research Section, Laboratory of Anthropology, Santa Fe. The project involved a field search of eastern New
Mexico counties for early structures
built by the various railway lines. All
buildings found were subsequently photographed, sketched, and documented.
Besides offering an intimate glimpse
of eastern New Mexico back roads the
research study uncovered a large ;umber of previously unknown railroad
structures located off of main transportation routes, on little-used dirt roads
on ranches in obscure fields and hills'
and in the middle of towns, transformed
into homes, storage sheds, and shops. A
total of twelve railroad dwellings section houses, foremen's houses, signalmen's houses - were located in Carrizozo. The depot from Elida is now in
Portales, Corona's depot is presently an
antique shop in Alamogordo, and the
Dexter deport is unrecognizable as an
adult bookstore in Roswell. Depots still
in their original trackside location,
maintaining their architectural integrity,
include those at Raton, Springer,
Artesia, Carlsbad, Portales, Clovis,
Vaughn, Mountainair, Las Vegas, and
Tucumcari.
The railways also built structures
other than depots and workers' housing. In Cloudcroft the railroad was

The members of the Railroad Committee of the Historical Society are
ready to assist anyone interested in a
particular railroad building in preparing
documentation of its history and use.
YO.
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the stream. During 1924 two tunnels
were drilled in hard rock spurs. Then a
series of earth fills and three timber
trestles completed the roadbed through
the box. Finished in August, 1924, the
half mile of railroad through the Guadalupe Box was said to have cost a cool
half million dollars - as much as the
rest of the forty mile railroad.
The Santa Fe Northwestern Railway
ran its logging trains through the tunnels until 1941 when flods washed out
the tracks and big diesel trucks took
over. The railbed through the tunnels
was converted to a truck road.
In the 1970's the log trucks moved
elsewhere, and the U.S. Forest Service
took over administration of the Canyon
de San Diego Grant. Now the old railbed is paved, and the trestles are filled
in. Anyone can drive up the forest road
which branches off NM 4 at Canyon,
just north of Jemez Pueblo, to pass
through the twin tunnels enroute to the
tall timber.
0

Traius
To Ride Iu
New Mexieo
Within the memory of most of us are
passenger carrying trains that ran to
many places in New Mexico. They
ranged from the totally elegant Super
Chief with its glass dome and private
dining facilities in the Turquoise Room
to an obscure mixed passenger and
freight trains which passed through Roy
and Mosquero. A determined rider
could even buy a ticket for a seat in the
caboose between Lamy and Santa Fe.
In these less fortunate times, train
riding in this locale is limited to a couple
of AMTRAK runs and the summer only
Cumbres & Toltec Scenic Railroad.
Nevertheless, interesting rides are still
possible, highlighted by New Mexico's
incomparable scenery.
AMTRAK - Northern Route. The
northern AMTRAK route stops at
Trinidad, Colorado, and Raton, Las
Vegas, Larny , Albuquerque, and
Gallup, New Mexico. The westbound
train is designated No.3, the Southwest
Limited, and makes a daylight run
across New Mexico, departing Trinidad
at 9:07 A.M. It crosses Raton Pass,
comes down the high plains east of the
Sangre de Cristos, and passes along the
valley of the Mora River to reach Las
Vegas. The gap at Romeroville, the
Pecos River, and Glorieta Pass all
preface a thrilling ride as the train
descends through Apache Canyon to
Larny, which is still the stop for SantaFe. More open and accessible country
follows. At Albuquerque the train is serviced and washed. Westward from the
junction at Isleta, the train passes
through mesa and canyon country skirting Laguna and Acoma, Mt. Taylor,

LOCOMOTIVES
ON DISPLAY
The sudden disappearance of the
steam locomotive in the 1950's left a
great void across the New Mexico landscape. The great melodious whistles and
the measured chuggings of nearly eighty
years were heard no more. As the locomotives were being retired and sold for
rheir scrap metal value, people in many
communities organized to press the railroad companies to preserve at least
some typical examples of the steam
driven species. Most commonly, in railroad towns, the companies simply
donated locomotives to the town
governments, which typically displayed
them in public parks. New Mexico
communities received their share of
these locomotives. Mining companies
provided the rest of the locomotives displayed in New Mexico, having retired
them as they modernized their heavyduty material haulage systems.
Our list of all locomotives readily accessible to the general public includes
those in New Mexico as well as two
located in El Paso which were significant to New Mexico railroading. (The
locomotives' wheel arrangements are
described in the Whyte system of annotation in which the number of leading
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and the Grants uranium district, finally
reaching Gallup by dinner time.
The eastbound train, No.4, Southwest Limited, has a parallel daytime
schedule, departing Gallup at 10:27
A.M. and reaching Trinidad at 7:00
P.M. These schedules are subject to
minor variations with the issuance of
each new timetable, so one is advised to
verify times with AMTRAK before
planning an excursion.
AMTRAK - Southern Route. The
southern passenger route offers service
at El Paso, Texas and from Deming and
Lordsburg, New Mexico. The westbound train is No.1, Sunset Limited,
which departs EI Paso at 3:30 P.M. and
arrives in Lordsburg at 6:00 P.M. The
eastbound counterpart is Train No.2,
Sunset Limited, which leaves Lordsburg
at 1:40 P.M. and arrives in EI Paso at
4:25 P.M.
AMTRAK Tips. All AMTRAK
trains serving New Mexico are through
trains with reserved seats and all are
equipped with full lounges and dining
facilities as well as sleeping cars. Reservations are necessary and may be made
by calling a telephone number listed in
every directory. An enjoyable day trip is
difficult to plan using AMTRAK, but
an excursion may be planned by employing a car one way or as part of a
longer journey to Chicago or Los
Angeles.
All AMTRAK rolling stock is new
Superliner equipment, double decked
with very spacious accommodations. Its
size and luxurious appointments will
come as a surprise to travelers accustomed to three-across airline coach
seats. Dining car service has improved
from its microwave and plastic nadir of
a few years ago, but the cars are often
understaffed and the quality of service is
uneven.
Cumbres & T oltec Scenic Railroad.
Operated as a tourist attraction, the
C&TS RR offers one and two day trips
from either terminal from mid-June
through mid-October. A variety of trip
formats are offered so a traveler should
contact the railroad at P.O. Box 789,
Chama, New Mexico 87520 or call
(505) 756-2151 for details and reservations.
A ride on the C&TS RR is a trip into
the past on an old-time mountain railroad, little changed since its completion
in 1880. Scenic vistas along the route
are superb, and much of the line is not
accessible by automobile.
D

wheels, driving wheels, and trailing
wheels are listed thus: 2-6-2.)
Albuquerque. AT&SF No. 2926,
4-8-4, a modern (1944) passenger locomotive built by the Baldwin Locomotive
Works, Philadelphia, is displayed in
Coronado Park (2nd and 1-40 N.W., Albuquerque, New Mexico). This massive
locomotive weighs in at 255 tons, tender, 232 tons, and represents the pinnacle of steam passenger locomotive
power and weight on the Santa Fe
system.
Bernalillo. A ten ton gasoline
powered industrial locomotive once
used at the New Mexico Lumber &
Timber Company sawmill is on display
here. It was built by the Davenport
Besler Corporation in 1941.
Carlsbad. U.S. Potash Co. No.1,
2-8-0, is a 1914 Baldwin with a history
totally involved with the mining industry. It is a narrow gauge (36" between
the rails) locomotive weighing 60 tons.
First used on the Death Valley RR in
Nevada, the locomotive was brought to
New Mexico in 1931 for use on a
potash hauler south of Carlsbad.
Chama. Former Denver & Rio
Grande Western narrow gauge
locomotives are based at Chama. Six Nos. 482,483,484,487,488, and 489
- are members of the D&RGW K-36
Class, built by Baldwin in 1925. They
are robust, typical 2-8-2 freight locomotives in design, wholly representative of
the practices of the times. Other
locomotives - Nos. 492,494, and 495
- represent the D&RDW K-37 Class.
This group was built by the D&RGW
itself in 1928 and 1930 utilizing boilers
from old standard gauge locomotives
and new running gear (e.g. frames,
cylinders, wheels, etc.) from Baldwin.
During the operating season at
Chama, several of the listed locomotives
are in daily use. Others are available if
needed, and still more are preserved as
future resources.
Clovis. The locomotive on display in
Clovis is a small, ordinary switch
engine, representing well its role in the
Clovis yards in the Santa Fe system. No.
9005 is of an 0-6-0 wheel arrangement
and was built by Baldwin in 1906. Its
original number was 2005, and it was
renumbered ca. 1945-1946 to accommodate the growing quantities of new
diesel-electric locomotives.
Deming. Another switcher is displayed at Deming, the site of an important junction and terminal. This locomotive is of Southern Pacific Co. design
and was also built by Baldwin in 1913.
It typifies the steam switching locomotive used all over North America.
EI Paso. The El Paso & Southwestern
(EP&SW) No.1 was already an antique
when it came to the Southwest. Built by
Breese-Kneeland in 1857, the locomotive was used by Wisconsin railroads
until it came to Bisbee, Arizona in 1889,
as the first locomotive of the Arizona &
Southeastern Railroad. Within a few
years, Phelps Dodge and Company had
expanded the A&SE into the prosperous 1,200 mile El Paso & Southwestern

system, extending from Tucson to
Tucumcari and Dawson. Old No.1 remains as a reminder of the early pioneering days and has been carefully
preserved. Located now on the UTEP
campus, the locomotive personifies
American steam locomotives from a
period which antedates by many years
the coming of rail service to New
Mexico.
Southern Pacific No. 3420, a brawny
2-8-0, was built in 1904 for the El Paso
& Northeastern, a line which later
became part of the EP&SW. The locomotive was used on most of their main
and branch lines in New Mexico before
it was donated to the City of El Paso in
1955. In recent years the locomotive has
been restored to operating condition by
the efforts of the El Paso Chapter of the
Railway and Locomotive Historical
Society. It has been operated under
steam at several sites and is presently
located on the industrial trackage of the
Phelps Dodge Corporation in £1 Paso.
Local inquiry is recommended for those
who wish to see or photograph this
engine.
Gallup. Defiance Coal Company No.
2 is a tiny Davenport 0-4-0 built in 1930
for hauling mine cars of coal from the
tunnel mouth to the tipple at Mentmore, New Mexico. It is typical of industrial steam locomotives. No.2 has a
slightly more exciting history than more
liming locomotives as it was used in the
filming of Desert Song.
Las Vegas. AT&SF No. 1129 is a
light prairie-running 2-6-2 built in 1902
by Baldwin. Although not a mountain
climber, this locomotive and many like
it found work on branch lines and local
trains in New Mexico. Donated to the
City of Las Vegas in 1955, the locomotive is displyed at the golf course on
North Highway 854
Madrid. The slow decay of the coal
trade at the remote camp of Madrid
resulted in the preservation of two fullsize steam locomotives as well as a collection of narrow gauge mine tramway
rolling stock.
Number 769 was purchased from the
AT &SF Railway in 1950 at a time
when others of its type were being
retired and scrapped. Number 769 was
built at Richmond (Virginia) Locomotive Works in 1900. It ran from Madrid
down to Waldo and pulled water tank
cars as recently as 1958.
No. 870 (pulling the tender from No.
874) is an old New Mexico locomotive,
having been built for the St. Louis,
Rocky Mountain & Pacific in 1905. It
came into the AT&SF fold in 1915 and
was sold to the Albuqeurque & CerriIIos Coal Company in 1940.
Santa Fe. Number 5030 represents
the last and the most modern of the
AT &SF steam locomotives. Designed
for service between Belen and Clovis,
New Mexico, these distinctive locomotives served to the very end, ceasing service in 1957. No. 5030 was donated to
the City of Santa Fe in 1959 and may be
seen in Perez Park on St. Francis Drive
0
and Alta Vista Street.

AT&SF R.R. Depot, Rowe, N.M. Destroyed by fire ca. 1974. Vernon]. Glover, photographer.
(N ovem ber 1, 1973)

Cumbres and Toltec Scenic Railroad near Lobato, N.M. Joseph P. Hereford, Jr., photographer.

CHAMA ...
A Reminder
of the
Rallroad Age
The steam locomotive changed the
face of North America. Its need for
maintenance every hundred miles or so,
in addition to its more frequent requirements for fuel and water, resulted in the
growth of innumerable villages and
towns along the tracks of main line railroads. "Division points," as they were
called, customarily included roundhouses, machine shops, fuel and water
storage depots, "rip tracks" for car
repair, and the storehouses and administrative offices lending support.
These were the minimum functions
established at a typical interval of one
hundred miles. At longer intervals,
larger shops for major repair and rebuilding work were set up .
In the west new towns grew up
around the division points to house,
sustain, and even entertain, the railroad
crews and shop workers. In New Mex ico the result was rampant population
growth along the railroad lines as soon
as they appreared. Everyone of the following towns owes its modern origins
to the steam locomotive and its need for
attention: Chama, Raton, East Las
Vegas, New Albuquerque, Belen, Gallup, Clovis, Deming, Lordsburg, Alamogordo, Vaughn, Tucumcari, and
Roswell. Several towns have grown and
then declined as the locomotives became
more efficient and ran longer distances
between oiling and fire cleaning:
Wallace, Coolidge, San Marcial and
Duran.
Times changed. The steam locomotive was replaced by the diesel-electric
locomotive which needed only a gulp of
oil every other state or so. Most of the
original division point towns grew on
their own and forgot the reason for their
beginnings. The railroad companies removed the obsolete shops and machinery, sold off the empty roundhouses
and, in general, brought their busy railroads up to date. In New Mexico the
transition took place around thirty
years ago. Since then almost every vestige of the steam locomotive era has disappeared. At only one place has a
reasonably complete steam locomotive
servicing site survived, and that is at
Chama.
The reason for the survival of the
steam railroad division point at Chama
must be keyed to the long life of the
parent railroad, the Denver & Rio
Grande Western, as a narrow gauge
steam carrier. The railroad modernized
very little over the years; and, therefore,
the supporting facilities are little changed from their heyday.
The Railroad Committee of the
Historical Society of New Mexico has
prepared a guide to the Chama railroad

yards. It was presented in the form of a
walking tour with a brief explanation of
each building and facility in the yard
area. The following material is drawn
from that brochure which may be obtained at the Cumbres & Toltec Scenic
Railroad depots in Chama, New Mexico and Antonito, Colorado.
CHAMA RAILROAD YARD
WALKING TOUR
(Please be careful. Watch out for
unexpected movements of trains and
equipment. Do not enter restricted
areas. This is a working facility. There
is a real danger that visitors may be
harmed by accidents common to this
kind of industrial activiry.)
Start the walking tour at the depot,
No.1 on your map. (Map - page 7)
1. Depot. Built in 1899, the depot
building includes a passenger waiting
room, ticket agent's and telegrapher's
offices, and a baggage room. In 1973 a
portion of the raised freight platform
was removed to accommodate more
passengers, and restroom facilities
were carved out of a baggage room.
The depot stiII serves as a ticket office
and operating headquarters for the
railroad.
2. Oil House. Built in 1903, the
brick building houses an office, a storeroom, and special storage facilities for
the many varieties of fuel and lubricating oils used on the railroad. Stores include lamp oil, valve oil, superheater
oil, and flange oil.
3. Machine Shop. This brick appendage to the roundhouse contains a
steam boiler power plant (using boilers
from ancient locomotives) and a machine shop with power tools and workbenches. The shop performs light mechanical work on locomotives and car
parts. The building was constructed in
1899.
4. Roundhouse. As built in 1899,
the roundhouse contained nine tracks
or stalls, arranged radially around a
turntable. The present two stalls are all
that remain. The turntable, located to
the north of the building, was removed
when locomotives became too large to
be turned on it.
S. Visitor Observation Area. Located
in the new engine shop, this area is designed to offer visitors a safe place from
which to view the repair work performed on the locomotives and cars in the
main shop area.
6. New Engine Shop. This modern
facility was erected in 1977-78. It accommodates practically all the work
necessary to repair and rebuild locomotives and cars.
7. Rip Track. Wooden freight cars
required constant repair of wear and
tear and restoration of damage. This
track with its shanty for storage of tools
and pit between the rails, sufficed for
the simple replacement of broken
boards and timbers.
(Continued on page 6, col. 1) c::::r
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The Chama Railroad Yards.

8. Sheep Pens (Site). The sheep pens
were 189 by 238 feet and included a
dipping vat.
9 . San d House. Sand is spread on
rails to prevent the locomotive wheels
from slipping on steep inclines or wet
rails . The sand must be hea ted and
dried befo re being loaded in the sand
"dome" on the locomotive. The engineer controls the spreading of the sand
from his cab.
10. Coal Tipple. This was a 1924
replacement of an earlier plant. The
coal is dumped into the bins under the
east side track and then hoisted to the
storage bins high up in the structure until needed. The locomotive tenders are
filled from the chute on the west side of
the tipple .
11 . Coal T rack. Carloads of coa l in
side-dumping cars were stored on this
siding until they were unloaded into the
bins at the tipp le.
12. T oo l Shed . This unassuming
shed is typical of the many storage
buildings found on a railroad property.
Railroad track requires constant
maintenance, and the tools and supplies
necessary for such work are stored here .
In earlier times, these sheds were often
the bodies of retired box cars.
13 . Water Tank. This tank is of a
standard design built about 1897. Its
capacity is 50,000 gallons, suffic ient to
supply several locomotives in rapid succession. Th is tank is unique on the
C&TS RR because it has two spouts
serving two tracks, the main line and
the enginehouse lead track. Water is
taken from the Chama River and
pumped into the tank by a steam pump
in the enginehouse.
14. O il Rack. The Gramps oil field
north of Chama shipped to this loading
-

-
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SANTA FE RAILWAY
LOCOMOTIVE
COLLECTION
Hidden behind the bleak and blank
concrete wa lls of the Santa Fe Railway
roundhouse in Albuquerque is one of
the best kept secrets in New Mexico .
Unknown to all but a few avid railfans,
the railroad company has gathered
together over the past 13 or 14 years a
landmark collection of old dieselelectric locomotives. This unique group
is complemented by three steam
locomotives for good measure.
At the time of writing there is no
public access to this collection of
locomotives, but a special tour th rough
the roundhouse is planned during the
Santa Fe Modelers Association 1984
Convention schedu led for June 14-17 in
Albuquerque.
The locomotives in the collection are
the everyday, hardworking freight and
switching motive power that so quickly
and effectively replaced the steam
locomotive in the 1950's. Only one is of
the gleaming silver and red streamlined
type that became famous pulling the

6

facility by pipeline. Company owned
cars were loaded and taken to a refinery
at Alamosa, Colorado.
15 . Bunk House. The 18 by 30 foot
log buildings dates from 1880 and was
used to house railroaders laying over between tra ins. It was a standard design
found at numerous points on Denver &
Rio Grande narrow gauge lines.
16 . Car Body. This is the most common type of storage building found on
the railroad. It is simply a freight car
body, stripped of its trucks, retired from
regular service .
17. Warehouse. This typical trackside building is now used as a car repair
shop.
18. Fire Hose Shed. This fire hose
point is fed through the railroad's own
water system .
19. Track Scales. This is a special
track mechanically tied to a scale for
weighing loaded freight cars to determine the shipp ing charge. This scale
was installed to replace an earlier model
in 1929.
20. Stock Yards. At the very south
end of the Chama yards, near the highway crossing, are the stock yards used
to corral cattle and sheep for shipment
to points east. They were built in 1888
and expanded in 1915. The loading
ramps are interesting in that they can
accommmodate both sing le deck stock
cars (cattle) and double deck cars
(sheep).
21. Wye Track. T he wye is an arrangemen t of track which permits the
turning of loco motives, snow plows,
and other sing le ended equipment. It
was installed at Chama to supplant the
old turntable when new locomotives
were bought which exceeded the length
of the turntable.
0

_----------

Sup er Chief, El Capitan, and other
passenger trains . Most are dark boxy
locomotives with an air of no-nonsense
efficiency and little atten tion to
aesthetics or style.
The following inventory lists the
loco motives in the collection and tells
something of their significance.
347C. Built by General Motors, E lectromotive Division, in 1949, this is the
only "streamlined" locomotive in the
collection. Usually used in strings of
three to six units, these locomotives
pulled most of the passenger and freight
trains of the 1950's.
543. This engine was built by Fairbanks-Morse in 1956. Unique to the
Santa Fe Railway, three of these passen ger -terminal switching locomotives
were used at Dearborn Street in
Chicago. They carried a steam boi ler
for heating and air-conditioning in the
short hood behind the cab. Otherwise,
they are mechanically identical to the
standard switchers.
608 . Built by Fairbanks-Morse in
1951, the smooth external design of this
locomotive was created by Raymond
Loewy who designed many famous
streamliners of the 1930's. Beneath the
hood is a powerful and efficient 1200

horsepower opposed-piston diesel
engine driving an electric generator.
This is a switching locomotive that
worked most of its years at Argentine
Yards, Kansas City, Kansas.
2260. T his is a typical early diesel
switching locomotive, designed and
built by Baldwin , one of the oldest of
the steam locomotive manufacturers .
Because of their complexity and high
fabrication costs, the Baldwin locomotives did not prove competitive with the
products of General Motors and others
over the long run.
2376. This engine was built by
American Locomotive Company in
1949. American Locomotive or "ALCO"
was another old line steam builder
whose products were steadily supplanted by newer builders. Substantia l numbers of this type of switcher still run on
industrial and short line rai lroads in
North America, but their days on the
Santa Fe are over.
2394. Built by American Locomotive
Company in 1950, only six of this
Model RS-1 rolled on the Santa Fe; and
the type represents one of the earliest
general-purpose diesel-electric locomotives. Earlier examples were used
around the world between 1941 and
1945 by the U.S. Army. A number of
them found their way to the U .S.S.R.
where they became the prototypes for
the first Russian produced diesel-electric
locomotives.
2404. This very old switcher, w hich
was built by General Motors, Electromotive Division, in 1939, actually incorporates many more modern design
features than many newer eng ines from
other builders. Locomotives from this
builder were constantly upgraded and
modernized while in service on the Santa Fe, thereby extending their service
lives.
9820. This very powerful 2400
horsepower locomotive was manufactured by American Locomotive Company in 1959 and represents one of the

Joseph P. Hereford, [r., photographer.

"second-generation" types which took
over main line freight hauling duties
from the familiar streamlined models
such as 347C. These engines were easily
able to run continuously between Chicago and Los Angeles.
M. 190. Built by Electromotive Corporation in 1932, this "motor" carries a
number of historic distinctions. It was
the largest of the motor trains or
"doodlebugs" once familiar on branch
lines, and it was the direct precursor of
the early streamlined passenger trains
such as the "City" trains of the Union
Pacific and the "Zephyrs" of the Burlington. M.190 was intended to replace
steam locomotives on short runs and to
haul as many as four passenger cars.
After many years in Kansas, it was
modernized with a new pr ime mover
and electrical equipment. It was then used on the Clovis-Carlsbad passenger
train in New Mexico. On that run it
pu lled a single stainless-steel coachobservation car.
5. "Little Buttercup . " T his tiny steam
locomotive, old enough to by now be
historic in its own right, is a nearly fictional creation in its present form. It
was built in 1899 by Baldwin for the
Santa Fe Terminal Company, used for
years as the Needles, California shop
switcher, and rebuilt as an "historic"
display piece in 1948. It represents
nothing that ever ran on Santa Fe rails.
It has appeared in the movies from time
to time.
2925. T his enormous passenger locomotive, identica l to No. 2926 on
display in Albuquerque, was built by
Baldwin in 1944. It represents the largest and most modern steam passenger
locomotives of the Santa Fe system .
5021. This locomotive, also built by
Baldwin in 1944, is identical to No.
5030 which is displayed in Santa Fe,
New Mexico. It is the freight-hauling
equivalent of No. 2925, the largest and
most modern examples on the system.
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JACK BOYER (Continued)
just 90 pounds instead of his usual 170
to 175 pounds. The men suffered from
vitamin deficiencies, beriberi, and intestinal problems, and half of the New
Mexico POW's who did return have
since died as a direct result of the effects
of their captivity.
The death toll in the camps was high
and Boyer said he believes a great many
more would have died if the war had
not ended when it did. He credits the
atomic bombs dropped on Nagasaki
and Hiroshima with saving the allied
pnsoners.
"I wouldn't be here if they hadn't
dropped those two bombs on Japan; we
would've lost another 10,000. We had a
10,000 prisoners up there and we
would not have survived. In fact, most
of us would not have survived another
winter under the conditions we were in.
They found evidence later that one of
the first things the Japanese military was
going to do if our armed forces invaded
Japan was to get rid of all the prisoners
of war. So lowe my life to those two
bombs that were dropped over there."
Boyer was discharged in 1948 because of his physical problems and
returned home to Taos to recuperate.
He was still very thin and continued to
suffer from various complications. A
member of the Masonic Lodge before
he went overseas, he became active
again when he returned. Boyer was also
a member of the lodge's museum committee.
Descended from French Huguenots
on both sides of his family, Boyer was
born September 2, 1911, in Van
Houten , New Mexico, a coal camp near
Raton. His father was a store manager
for the St. Louis- Rocky Mountain
Company, a subsidiary of the Santa Fe
Railroad. Boyer said his family lived in
about four coal camps while his father
was with the company but considered
Taos home because they owned property there and Jack and his mother spent
summers in Taos. When Jack was nine
years old the family moved back to
Taos.
The sawmill started by Boyer's greatgrandfather was located along Six Mile
Creek in the Moreno Valley, but Witt
also had a Taos home, which Boyer said
was probably the first peaked roof
house in the community. He added that
his great-grandfather's trademark was
to run a groove along the side of ceiling
beams, and these grooves can be seen in
some surviving buildings of the era, including the Ferdinand Maxwell home,
now owned by the foundation.
Boyer commented that after Wilfred
Witt came west he made no effort to
contact his family back in Arkansas,
and it was not until 20 years later that
his son, Boyer's grandfather, tracked
him down. Wilfred Witt gave the sawmill to his son and went back to Arkansas. Boyer said his grandfather then sent
for his wife and children. He quips,
"That's the reason I'm here - my greatgrandfather ran away from his family."
The Boyer side arrived later. Jack
Boyer's father came to New Mexico
from Dayton, Ohio, in 1900, along
with a brother. They later brought their
mother to Taos; she died in 1905 and is
buried in Kit Carson Cemetery.
Jack was educated in Taos until his
sophomore year of high school when he
went to stay with an uncle in
Chickasha, Oklahoma so he could attend a bigger school that offered
courses, such as Latin, not offered in
Taos. At that time, Boyer planned to be
a doctor.
He was graduated from Chickasha
High School in 1928 and went to work
for the U.S. Forest Service in northern
New Mexico and the Fred Harvey
Company at the Grand Canyon while
he tried to save enough money for
medical school. But Boyer's father, who

was buying sheep and wool for a Taos
company, was hit by the depression.
"About 1930 the bottom dropped out
of everything. Wool was about five
cents a pound and you could buy a big
fat sheep for about 50 cents. So he was
let go with a lot of other people in that
field. He had no means of livelihood, so
I came back from the Grand Canyon
and he and I went into the grocery
business."
It was at this time that the lodge and a
group of other Taos fans of Kit Carson
were discussing what could be done
with the Carson home. A group called
the Kit Carson Memorial Fund was
started to help with the preservation of
the home; fund members then invited
the lodge's museum committees to join
it and open the home as a museum. The
name of the organization was changed
to Kit Carson Memorial Foundation, it
became a separate entity from the
Masonic Lodge, and leased the Kit Carson home from the lodge for $1 per
year.
"We started out as the Kit Carson
Memorial Foundation; our only purpose was to operate and maintain the
home. But we found that with Carson
you couldn't stay just in one house and
one person. He was involved in too
many things and this broadened the
whole scope of the foundation... Our
cultures are so interrelated that if you're
working in Spanish history you're going
to bring in Anglo-American history and
also be involved in Indian history. You
cannot work in one field alone.
Over the years the foundation, under
Boyer's guidance, has acquired additional properties. In 1962 Helen Blumenschein gave the foundation her
parents' home. Her father, Ernest Blumenschein, was a renowned artist and
co-founder of the Taos Society of Artists. A portion of the building, located
on Ledoux Street, was constructed in
the 1790's; it was bought by Blumenschein in 1919, and contains artwork
and furnishings from the family and
also houses changing exhibits.
The Ferdinand Maxwell home, on
Bent Street, was donated to the foundation by Becky James in 1966, according
to Boyer. The home is not yet open to
the public. Boyer said that when opened
it will show visitors an excellent example of an American territorial home,
built in the mid-1800's. He said that
Ferdinand Maxwell, brother of the
famous Lucien Maxwell, was a descendent of early French fur traders. He
came to Taos in 1859 to open a store
and also served as Indian agent to the
southern Apaches and Utes during the
Civil War.
La Hacienda de Don Antonio Severino Martinez was bought by the foundation in 1973, and has been restored,
in some cases adobe by adobe, to the
time when it was the center of social,
political, and economic life in northern
New Mexico during the first quarter of
the seventeenth century. Boyer said it is
the last surviving Spanish Colonial hacienda in New Mexico, and possibly in
the Southwest. The mud brick fortress
consists of 21 rooms surrounding two
large patios, or placitas, and contains
period furnishings, displays, and changing exhibits.
The foundation also purchased part
of the Simeon Turley Mill and Distillery
site, where a trading post, inn, grist
mill, and distillery known for its "Taos
Lightning" flourished from 1830 until
the complex was destroyed and Turley
killed during the Taos Rebellion of
1847.
Another branch of the foundation is a
research center, housed in a century old
Penitente Brotherhood Morada. It contains a library and offices.
When Boyer took on the job of temporary director he had no training or
experience in museum work. He got the

job because he knew about adobe construction, a skill much needed in the
restoration and repair of the Carson
home.
"But it wasn't long after I took over
that I had to learn something about
Carson, so I began reading everything I
could get on him. But a man of his
background and his lifestyle - you
couldn't just stay with him. He was a
trapper, and you could read in his biography where he trapped and how he
trapped, but that didn't tell you a whole
lot . So then I had to study more about
the mountain men; where they went
and what the conditions were, what
they were doing and how they lived.
Then Carson got to be an Indian agent,
so that got me involved in the Indians of
that period and even prior to that
period. He was a military man, so I had
to read western military history. All the
way around, to learn about one man I
studied all the West.
As Boyer's reading about Kit Carson
led him to study the entire history of the
American West, the foundation has expanded its purposes from simply preserving one man's home to "the preservation, restoration, and interpretation of
Taos' history."
The foundation's master plan,
adopted in 1973, divides Taos history
into five components: pre-history up to
the coming of the Spanish, Spanish Colonial from 1598 to 1821, Mexican Territorial from 1821 to 1846, American
Territorial from 1846 to 1912, and
statehood beginning in 1912. Boyer said
the plan calls for the acquisition,
restoration, and interpretation of a
piece of property from each period.
"The hacienda was our first one
under the Spanish Colonial period.
Maybe someday we'll acquire one in the
Mexican Territorial period, because
then we can show the difference and the
influence of trade with the U.S.... The
idea is to restore a place to a particular
period to show how a family lived during that period; at the same time, we'd
have to show what happened to Taos."
Boyer has commented that a major
thrust of the foundation's efforts are involved in teaching Taos people about
their own past. He adds, "No other
private organization in the state is as
deeply involved in the field of historic
preservation, restoration, and interpretation."
Future plans include having costumed
guides and craftspeople in the historic
homes to create real living museums.
Boyer also hopes that the foundation
will someday have a general historical
museum of the Taos area in addition to
period homes, and he would like to see
a thorough history of the Taos area
compiled.
.
After more than 30 years with the
foundation, building, expanding its
scope, creating displays, shoveling
snow, and doing everything that needed
to be done, Boyer commented that at
the end of the war he really wanted to
stay in the service. His mother had died
in 1939 and his father died shortly after
Boyer returned to the states, so he had
little to come home to.
"I had no reason to get out, but my
health was such that I kept going
downhill. Finally the army decided they
might as well put me out to pasture, so I
was retired for physical disability. They
said, 'You're no good, you'll never work
again,' so I came home and I've worked
harder than I ever worked in the army."
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Thank You,
Kit Carson Foundation
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The Board of Directors of the Historical
Society of New Mexico wishes to express its
appreciation to the Kit Carson Foundation of
Taos for their aid in arranging the Society's
Annual Conference at the Sagebrush Inn in
Taos last April. Your staff was grand!
John P. Conron, President
Historical Society of New Mexico if;
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Directory of Historians
and ffistorical
Organizations Issued
The New Mexico Records Center
and Archives is pleased to announce
that the long-awaited New Mexico
Directory of Historians and Historical
Organizations, compiled and edited by
State Historian Stanley M. Hordes, has
been published and is available for purchase from the Records Center for
$6.75.
Publication of the Directory was
motivated by concerns expressed by the
New Mexico Committee for the Promotion of History over the need for greater
communication within the historical
community. The Directory represents
an attempt to achieve a comprehensive
listing of over 400 individuals and
organizations engaged in historical
work in or about New Mexico. It is
hoped that the Directory will be utilized
by persons and groups seeking to tap
the expertise of historians for contract
work, speaking engagements or general
reference requests. In addition, it should
provide historians with a list of their
colleagues in the historical community
who are engaged in similar or complementary work. It should be noted
that the Directory includes historians
throughout the state active in all fields
of history, not only the history of New
Mexico. Conversely, historians located
in areas outside the state whose work
concerns the history of New Mexico are
also listed.
Those interested in purchasing a copy
of the Directory can do so by sending a
check for $ 6.75 to the New Mexico
Records Center and Archives, 404
Montezuma St., Santa Fe, NM 87503.
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BOOK REVIEW
MERCEDES REALES:
HISPANIC LAND GRANTS
OF THE UPPER
RIO GRANDE REGION
Victor Westphall
University of New Mexico Press
1983. Pp xviiii, 356, illustrations,
maps, footnotes, appendices, bibliography, and index.
Reviewed by Thomas Chavez
There is no facet of Southwestern
history that is surrounded with as
much controversy as the subject of land
grants and their subsequent litigation.
Activist organizations and individuals
have agitated for change or reform.
Feelings have been such that violence
has resulted. The question of water
litigation inevitably involves land
grants. The topic of Spanish and Mexican land grants is one aspect of history
immediately pertinent today. As a
result, historians are constantly called
upon to research, interpret, and testify
on a subject that is still difficult to
grasp.
Over the last decade individually
contracted historians have combed archives for information. Eventually the
Center for Land Grant Studies was
formed to concentrate on land grants.
This group of dedicated scholars succeeded in bringing information to light.
Now the University of New Mexico
Press, under the editorship of John R.
Van Ness, has started a series devoted
to the Spanish and Mexican land
grants in the Southwest. With a goal of
encouraging land grant studies and
presenting the results to the public the
UNM Press has begun with this first
publication by an author who has long
been interested in land grant studies.
Like the topic, this book is a little
(Continued on page 8, col. 1) c:::r
7

BOOK REVIEW (Continued)
confusing and difficult to read. Nonetheless, this is an appropriate overview
and should be read by all students of
Southwestern history.
The book begins with a chapter on
M ercedes Reales or royal land grants.
A beginning narrative forms the historical context of the book's topic.
Various aspects of the subject are discussed in subsequent chapters. The
evolution of grants, their litigation,
and the nuances of interpretation
through the laws of Spain, Mexico and
the United States are recurring themes
that in the end become dominant
messages. The author notes that the
Court of Private Land Claims largely
benefitted the Anglo economy because
the Court's decisions primarily opened
up land for settlement, which usually
meant mining and large parcels of land
for cattle grazing. The heights of land
grant litigation occurred in the Gilded
Age which was a time of the "big gamble." Such an atmosphere appealed to
land grant entrepreneurs who, the
author quickly points out, were often
blind to the risks involved.
Unfortunately, the Court of Private
Land Claims came into being after
decades of Congressional procrastination. Misunderstandings, case loads,
lack of information, and language barriers, not to mention deceit, all helped
tangle the question which mitigated
against equitable settlement particularly of small holding claims. The American legal system did not understand or
consider local customs and institutions. The Courts represented a system
which involved money exchange that
was imposed upon a land and people
where subsistence was the rule. Eastern
land laws written primarily for fertile
property typical of the eastern and
midwestern United States conflicted
with the reality of the semi-arid regions
of the Southwest.
In summary , the United States
system primarily served a capitalistic
economy in which land is a means to
serve that economy. The introduction
of speculation was the undoing of a
traditional lifestyle relative to the land.
Different systems, motivations, and
prolonged adjudication led to litigation
that still needs correcting.
This is an important book. The
author has much to say about this
topic. Many facts, figures, ideas, and
conclusions are presented. Various
aspects of land grants are well organized into chapters. The footnotes are
informative and the appendices provide very interesting material. This is a
book that will require constant
reference.
T. C.

MUSEUM OF NEW MEXICO ARCHAEOLOGIST
AND VOLUNTEERS EXCAVATE DOWNTOWN
SANTA FE HISTORICAL SITE

WALKING TOUR
OF FARMINGTON
PUBLISHED
The Farmington Historical Museum
has issued a folder entitled A Walking
Tour of Farmington, New Mexico.
The folder is the result of an Eagle Service Project undertaken by C. Michael
Beck III, and the Boy Scouts of Troop

321.
The project is an exciting way to involve our youth in the history of their
community. Congratulations to the
Farmington Boy Scouts..
fPC
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FIRST NATIONAL
CONFERENCE FOR
GENEALOGISTS IN
ROCKY MOUNTAINS
A genealogical conference designed
for amateur and professional genealogists as well as institutions and organizations that provide assistance for family history research. The conference is
sponsored by The Federation of Genealogical Societies, in cooperation with
The Association of Professional Genealogists, with The Colorado Council of
Genealogical Societies as hosts. The
conference will include lectures, workshops, and exhibits. Programs covered
will include grants and foundations,
library services, professional in-depth
lectures on research techniques, special
collections in Western states, tax deductible research, preservation, genealogical collection development, ethnic
studies, use of computer, Gold Rush
diaries, migration and settlement pattern studies, and much more. The conference is to be held in Denver,
September 12/15, 1984.
For registration materials, write:
Denver '84 Conference, P.O. Box
27493, Denver, CO 80227.
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Dr. John Allen Ware III, anthropologist, professor and researcher, has been
appointed director of the Laboratory of
Anthropology's research section. A
Santa Fean since 1977, Ware has taught
at the Santa Fe Community College and
College of Santa Fe. He was project
director for the Animas-La Plata
Archaeological Project with the
University of New Mexico in 1980 and
1981, and research archaeologist with
the National Park Service Southwest
Regional Office in Santa Fe from 1977
to 1980.
Bachelors, Masters and Doctorate
degrees in anthropology from Prescott
College and the University of Colorado
comprise Ware's educational background.

Charlene Cerny
Charlene Cerny has been chosen as
the new director of the Museum of New
Mexico's Museum of International Folk
Art in Santa Fe. The Museum of International Folk Art, located at 709
Camino Lejo, is recognized as one of the
leading folk art museums in the world,
with collections of about 126,000 objects.
Cerny's area of expertise is American
and Latin American folk art, and she
has served as curator in that area with
the Museum of International Folk Art
since 1974. Her BA in art history from
the State University of New York was
awarded magna cum laude. Cerny then
completed two years of graduate work
at the University of New Mexico in art
history and museum practices, before
joining the staff of the Museum of International Folk Art.

Dr. Mary Elizabeth King
Dr. Mary Elizabeth King of Las
Cruces has been named Associate Director of the Laboratory of Anthropology
and the new Museum of Indian Arts
and Culture scheduled to open in 1986.
Dr. King's appointment was announced
by the Museum of New Mexico Board
of Regents, and she will assume her
position in early July. The two Santa Fe
museums are part of the Museum of
New Mexico system.
Dr. King has a B.A. degree from Cornell University, M.A. from Columbia
University, and Ph.D. from the University of Arizona, all in anthropology. She
has 30 years experience in museums, as
well as a university teaching and
scholarly writing background. Her
research in the past ten years has included work with the Laboratory of Anthropology collections, which will be exhibited in the new museum.
0
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Editor's Note: Since these investigations were completed, the house has
diappeared. While working to "stabilize" the old adobe u/alls, the contractor and architect determined the walls
in immediate danger of collapse. A fast
(perhaps a record for speed) demolition
permit was requested and issued. The
contractor's bulldozer made a hardy
push; the building surely did, then, collapse!
fPC
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rounding communities have worked
regularly on the project despite cold
weather, and the investigation continued through January 13. "We want this
work to help define Santa Fe's cultural
history, identity and heritage," said
Maxwell. "Our goals were to determine whether this was the 1766 structure, and to broaden the view of
Spanish colonial lifestyle. Hopefully
we have done both."
Archaeologists from the Museum of
New Mexico have participated in digs
and investigations in towns throughout
the state, including Tucumcari, Las
Vegas, Roswell, and the ghost town of
Carthage near Socorro. For more information call the Laboratory of Anthropology at 827-8941.
0

Museum of New Mexico archaeologist Tim Maxwell says he wants to
know more about the daily life of
Spanish colonists in Santa Fe, and with
that goal in mind has spent December
and part of January with a team of volunteers excavating and investigating
the site on West San Francisco Street
formerly occupied by Big Jo Lumber
Co.
"We know a lot about downtown
Santa Fe historically," said Maxwell,
"but historical records have gaps. From
the official records we get the bones of
the story and from excavation we get
the flesh."
The team first excavated ground
cleared by the developer for a hotel
complex, and is now seeking clues in
the remaining old adobe building on
the premises. Digging in the cleared
ground revealed a well and pottery
pieces, with buried walls which have
helped to date the building. Two
historic maps were consulted, the Urrutia map of 1766-68 and the Gimer
map of 1846. Maxwell says that this
dig has definitely placed the building as
part of a structure shown on the Gilmer
map, and suggests that it is not the
building shown on the Urrutia map.
V olunteers from Santa Fe and sur-
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